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Purpose The purpose of this chapter is to present the development alternatives for 

meeting the facility requirements described in the previous chapter, and to 
establish a recommended development concept for Quonset Airport.   
 
This chapter brings together the many different elements of the planning 
process to identify and evaluate alternatives for meeting the needs of airport 
users as well as the strategic vision of the airport itself.  Airports have a wide 
variety of development options, so an organized approach to identifying and 
evaluating alternative development options is essential for effective planning. 
 
The key elements of this process are: 
 

1) Identification of alternative ways to address previously identified 
facility requirements. 
 
2) Evaluation of the alternatives, individually and collectively, so that 
planners gain a thorough understanding of the strengths, weaknesses, 
and other implications of each. 
 
3) Selection of the recommended alternative. 
 
(Source:  FAA AC 5070-6B, Airport Master Plans) 

 
The results of this chapter will form the basis for the airport’s long-term 
development program. 
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Background Chapter 4, Facility Requirements, established the airport-wide needs for 

Quonset, including all airside and landside considerations.  That process 
utilized the inventory and forecast data generated in Chapters 2 and 3 to 
determine that the majority of the Airport’s needs are centered on its civilian 
general aviation facilities.   
 
The purpose of this chapter is to present the development alternatives, 
evaluate them, and ultimately produce a preferred development 
recommendation for Quonset Airport.  This chapter provides a description of 
the various factors, influences, and processes that will form the basis for the 
airport’s long-term development program. 

  
Development 
Alternatives 
Goals 

The following goals have been developed in concert with RIAC for the 
purpose of providing guidance in the evaluation of the various development 
alternatives.  
 
• Use existing land, facilities, land use classification and space in an 

efficient manner, 
• Limit the need to construct, lease or acquire land and facilities by 

maximizing use of existing facilities, 
• Identify any deficit or surplus of existing land and facilities, 
• Program and construct to accommodate Quonset Airport’s mission, 
• Plan for efficient use of facilities and the ability to adapt and implement 

future alternative development, and  
• Effectively allocate the financial resources of RIAC with respect to 

Quonset Airport. 
 

Continued on next page 
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Introduction, Continued 

  
Forecast & 
Facility 
Requirements 
Considerations 

As identified in Chapter 3, Forecasts, the Baseline Forecast has been 
accepted by the FAA as the official planning forecast for this Master Plan 
Update.  As such, accommodating the facility requirements for this forecast 
will be the primary focus of this Development Alternatives effort.  The 
specific requirements have been identified and described in detail in Chapter 
4, Facility Requirements. 
 
Additionally, FAA has also requested that this effort consider the spatial 
requirements of both higher forecast scenarios, so as to ensure that the airport 
maintain enough space to accommodate those possibilities.  While specific 
facility alternatives will not be developed for these higher growth forecasts as 
part of this Master Plan, consideration will be given to long-term airport land 
use that incorporates these forecasts’ spatial requirements.  This will result in 
a projection of how the airport could functionally develop over the long term, 
and what airport areas, if any, are in excess of the projected aeronautical 
requirements. 

  
Development 
Alternatives 
Chapter 
Structure 

This Development Alternatives chapter has been constructed as follows: 
 
• Analyze deficiencies to the Airport Design Standards and identify how 

best to meet those standards. 
• Analyze deficiencies to the Airside Facilities and identify how best to 

meet those standards. 
• Analyze deficiencies to the Landside Facilities, conduct a formal 

alternatives generation and evaluation process, ultimately identifying a 
preferred development concept. 

• Discuss considerations related to Long-Term Development Strategies at 
the Airport that seek to preserve adequate areas to meet the demands of 
possible high growth development scenarios. 
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Introduction As noted previously, the development of Airport Design Standards by the 

FAA (FAA AC150/5300-13, Airport Design) resulted from the public charge 
in Section 103 of the Federal Aviation Act of 1958 to, in effect, require the 
development and maintenance of a national system of safe, delay-free, and 
cost-effective airports.  The standards and recommendations included in that 
AC support this public charge. 
 
It has been established by FAA and RIAC that Quonset Airport, as an integral 
component of the state and regional aviation systems, should comply with the 
current airport design standards to the greatest extent practicable.  As such, 
the purpose of this section is to identify how compliance with the standard 
will be achieved for any deficiency identified in the previous chapter. 

  
Airport Design 
Deficiencies 
Summary 

As identified in Chapter 4, Facilities Requirements, the Airport Design 
Standards deficiencies are as follows: 
 

− The southeast corner of the ROFA on the threshold end of Runway 5 
is penetrated by an airport security fence. 

− The existing centerline separation between Runway 5-23 and its 
parallel taxiway (Taxiway W) is 375 feet, exceeding the B-II design 
criteria.  

− Runway 16-34’s parallel taxiway (Taxiway A) does not fully meet the 
FAA standard separation requirements (400 feet) for a Group C 
runway having visibility minimums below ¾ mile.  

− The 500-foot runway centerline to aircraft parking area separation 
requirement for Runway 16-34 is not currently being met.  

 
Continued on next page 
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Airport Design Standards Alternatives, Continued 

  
Runway 5 
ROFA 
Compliance 
Alternative 

The southeast corner (approximately 5,500 sq. ft.) of the Runway Object Free 
Area on the approach end of Runway 5 is currently penetrated by the airport 
security fence.  Additionally, based on current photogrammetric data, a 
smaller area (approximately 70 sq. ft.) is penetrated by the intersection of 
Roger Williams Way and the access drive (Zarbo Avenue) to the North 
Kingstown Waste Treatment Facility. 
 
Clearing the ROFA completely will require the relocation of the airport 
security fence, and possibly the roadway intersection of Roger Williams Way 
and Zarbo Avenue. 
 
Due to the significant cost of a roadway relocation, it is recommended that the 
airport security fence in immediate area be relocated outside of the ROFA to 
the maximum extent possible.  It is projected that the resultant 21 foot 
continued penetration to the ROFA will be no more than 400 sq. ft. 
 

 
 

Continued on next page 
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Airport Design Standards Alternatives, Continued 

  
Taxiway W 
Compliance 
Alternative 

The existing centerline separation between Runway 5-23 and its parallel 
taxiway (Taxiway W) is 375 feet, exceeding the B-II design criteria of 240 
feet. 
 
It is recommended that upon reconstruction of Taxiway W, the taxiway 
should be relocated such that the runway centerline to taxiway centerline 
separation is reduced to the design standard of 240 feet.  (See figure below.) 
 
Note that discussions with both RI National Guard units were conducted in 
relation to this proposed taxiway relocation.  Both units indicated that this 
action would not adversely impact their current or projected missions, nor did 
it conflict with either of their current master plans. 
 

 
 

Continued on next page 
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Airport Design Standards Alternatives, Continued 

  
Taxiway A 
Compliance 
Alternative 

A significant portion of Taxiway A (approximately 5,600 feet), the parallel 
taxiway to Runway 16-34, does not fully meet the FAA standard runway-
taxiway separation requirement (400 feet) for a Group C runway having 
visibility minimums below ¾ mile.  The current separation is 375 feet. 
 
It is recommended that upon reconstruction of that non-compliant portion of 
Taxiway A, the taxiway should be relocated such that the runway centerline 
to taxiway centerline separation is increased to meet the design standard of 
400 feet.  (See figure below.) 
 
Note that discussions with both RI National Guard units were conducted in 
relation to this proposed taxiway relocation.  Both units indicated that this 
action would not adversely impact their current or projected missions, nor did 
it conflict with either of their current master plans.  In fact, both units 
indicated that they had incorporated this relocation into their long-term 
planning efforts. 
 

 
 

Continued on next page 
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Aircraft 
Parking 
Separation 
Compliance 
Alternative 

Transient general aviation aircraft are occasionally required to park within the 
500-foot separation requirement from the Runway 16-34 centerline due to the 
lack of available transient parking apron. 
 
It is recommended that as part of the alternatives being developed to 
accommodate the facility requirements for general aviation activities, all 
relevant separation requirements be met.  These alternatives are presented in a 
subsequent section, Landside Development Concepts and Alternatives. 
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Introduction This section establishes alternatives to meeting the airside deficiencies 

identified in the previous chapter.  The goal of the airside development 
alternatives is to increase the efficiency of the runway and taxiway system at 
Quonset Airport.  Note that by definition, airside elements include all key 
airfield components, such as runways, taxiways, navigational aids, and 
instrument approaches.  Additionally, aircraft aprons and maneuvering space 
are included in the airside classification. 
 
Note that due to the strong interrelation of the aircraft apron requirements 
with the landside facility requirements within this Master Plan, alternatives 
related to those apron requirements have been incorporated into the overall 
general aviation development concepts discussed in the next section, 
Landside Development Concepts and Alternatives. 

  
Aviation 
Demand 
Projections 
Summary 

As stated in Chapter 2, Aviation Demand Projections, the Baseline Forecast 
has been accepted by the FAA as the official planning forecast for this Master 
Plan Update.  As such, development alternatives generated within this section 
are limited to accommodating the facility requirements generated from this 
particular forecast. 
 
However, FAA has also requested that this Master Plan consider the spatial 
requirements of both higher forecast scenarios, so as to ensure that the airport 
maintain enough space to accommodate those possibilities.  As such, a further 
discussion related to preserving adequate space to meet the possible long term 
facility requirements of these higher forecasts is included in a subsequent 
section, Long Term Development Strategies. 

 
Continued on next page 
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Airside Development Concepts and Alternatives, Continued 

  
Facility 
Requirements 
Summary 

As identified in Chapter 4, Facilities Requirements, the Airside Facilities 
deficiencies are as follows: 
 
Taxiway Facilities 
 

− Taxiway W is recommended to be extended to the threshold end of 
Runway 23 in order to eliminate the back-taxi operations that 
regularly occur on that runway.  Such an improvement will not only 
improve the efficiency of the runway, but will be a significant safety 
upgrade to that runway. 

 
 
Apron Facilities 
 
Baseline Forecast - Apron Requirements (s.f.) 

Year Based 
Aircraft 

Transient 
Aircraft - 

Day 

Transient 
Aircraft - 
Overnight 

Total 

2005 38,307 166,577 55,526 260,410 
2010 44,408 193,108 64,369 301,885 
2015 51,481 223,866 74,622 349,969 
2020 59,681 259,522 86,507 405,710 
2025 69,187 300,857 100,286 470,330 

* FAA approved master plan forecast 
 
Note that there is approximately only a total of 180,000 square feet currently 
available for aircraft apron. 
 
 
Miscellaneous Facilities 
 

− Runway 34 is recommended to be upgraded to also have REILs, in 
lieu of an approach lighting system, in that any approach lighting 
system for this runway would have to be built into Narragansett Bay. 

− Both Runways 5 and 23 are recommended to be upgraded to have 
both REILs and PAPIs to improve pilot recognition of the runway 
environment. 

− Based on the assumption that the existing terminal building will have 
to be demolished, the ATCT will have to be relocated elsewhere on 
the airport.   

 
Continued on next page 
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Airside Development Concepts and Alternatives, Continued 

 
Taxiway W 
Extension 
Alternative 

Taxiway W is the partial parallel taxiway to the crosswind runway (Runway 
5-23).  It currently extends from the threshold end of Runway 5 and 
terminates at Taxiway A.  Due to its poor pavement condition, it is now 
closed and scheduled to be reconstructed and relocated, as noted above, in 
2005.  The existing separation of 375 feet will be reduced to 240 feet, in 
compliance with the B-II design criteria.   
 
Additionally, it is recommended that this partial parallel taxiway become a 
full parallel by extending it to the threshold end of Runway 23.  Such an 
action would eliminate the back-taxi operations that regularly occur on the 
runway when aircraft are either departing from Runway 23 or arriving on 
Runway 5.  This improvement will not only improve the efficiency of the 
runway, but will be a significant safety upgrade to that runway.  The layout 
of the taxiway would be consistent with the newly relocated Taxiway W, 
and would meet all FAA design criteria.  (See figure below.) 
 

 
 

Continued on next page 
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Airside Development Concepts and Alternatives, Continued 

  
Aprons 
Alternatives 

Aircraft apron facilities typically include those areas required for aircraft 
maneuvering and parking outside of the Airport Operations Area (AOA).  
These apron facilities are typically broken down into three main categories: 
 

− Based aircraft 
− Transient aircraft  
− Transient aircraft – overnight (terminal/FBO) 

 
A based aircraft is one that is permanently stationed at an airport by 
agreement between the airport owner and the aircraft owner, while a transient 
aircraft is any other aircraft that operates at that airport. 
 
As stated previously, due to the strong interrelation of the aircraft apron 
requirements with the landside facility requirements within this Master Plan, 
alternatives related to those apron requirements have been incorporated into 
the overall general aviation development concepts discussed in the next 
section, Landside Development Concepts and Alternatives. 

  
Airfield 
Lighting and 
Navigational 
Aids 
Alternatives 

In order to have an effective and functional airfield, Navigational Aids 
(NAVAIDS) must be continuously upgraded to keep pace with technological 
advancements to enhance all-weather accessibility.  Two separate types of 
airport visual aids are recommended for installation at the Airport. 
 
Runway End Identifier Lights (REIL)  -  Recommended for installation on 
Runway 16, Runway 5, and Runway 23 
 

REILs are installed at many airfields to provide rapid and positive 
identification of the approach end of a particular runway. The system 
consists of a pair of synchronized flashing lights located laterally on 
each side of the runway threshold. REILs may be either 
omnidirectional or unidirectional facing the approach area. They are 
effective for: 

a. Identification of a runway surrounded by a preponderance 
of other lighting.  
b. Identification of a runway which lacks contrast with 
surrounding terrain.  
c. Identification of a runway during reduced visibility. 

(FAA Aeronautical Information Manual, Change 3, Ch. 2, Aeronautical Lighting 
and Other Airport Visual Aids) 

 
Continued on next page 
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Airside Development Concepts and Alternatives, Continued 

  
Airfield 
Lighting and 
Navigational 
Aids 
Alternatives 
(continued) 

Precision Approach Path Indicator (PAPI)  -  Recommended for installation 
on Runway 5 and Runway 23 
 

The precision approach path indicator (PAPI) uses light units similar 
to the VASI, but are installed in a single row of either two or four light 
units. These systems have an effective visual range of about  
5 miles during the day and up to 20 miles at night. The row of light 
units is normally installed on the left side of the runway and the glide 
path indications are as depicted. (See figure below) 
 

 
(FAA Aeronautical Information Manual, Change 3, Ch. 2, Aeronautical Lighting 
and Other Airport Visual Aids) 

 
Note that both visual systems will be sited and installed to appropriate 
standards by the FAA Facilities and Equipment (F&E) division. 

  
ATCT Siting 
Alternatives 

An Air Traffic Control Tower (ATCT) is established to provide for a safe, 
orderly and expeditious flow of traffic on and in the vicinity of an airport.  At 
Quonset, ATCT services are provided in the former Navy control tower, 
located on top of the existing civil aviation terminal building.  As stated 
previously, the Rhode Island Air National Guard (RIANG) currently leases 
that tower location from RIAC, and funds the ATC services on a contract 
basis in order to support their specific mission requirements. 
 
However, based on the facility requirements described in the previous 
chapter, and the alternatives to meet those requirements described in the 
following section, it is evident that the existing terminal building will need to 
be demolished due to its location, age and configuration.  Such a demolition 
will necessarily include the existing ATCT and will require a relocation of its 
services. 

 
Continued on next page 
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Airside Development Concepts and Alternatives, Continued 

  
ATCT Siting 
Alternatives 
(continued) 

ATCT Facility Requirements 
 
Based on conversations with representatives of the RIANG, a 200 foot by 200 
foot footprint was established as being the minimum area required for the 
establishment of a new tower.  This footprint would include the tower 
facilities, auto parking, security and all force protection separation 
requirements. 
 
The RIANG also provided the following figures that represent what it 
considered to be a “standard” tower configuration.  It is anticipated that such 
a configuration would be recommended by the Guard for construction at 
Quonset.  In that these figures represent a standard configuration, it is 
possible that they could be modified based on specific site restrictions or 
applications. 
 
 
Schematic Control Tower Section 
 

 
(source:  Rhode Island Air National Guard) 

 
Continued on next page 
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Airside Development Concepts and Alternatives, Continued 

  
ATCT Siting 
Alternatives 
(continued) 

First Floor 
 

 
(source:  Rhode Island Air National Guard) 
 
 
ATCT Siting 
 
The efficiency and effectiveness of air traffic control services is directly 
influenced by the location and height of the air traffic control tower cab 
relative to the airport complex.  Typically, for a civilian or FAA-sponsored 
tower, an ATCT siting study would be conducted to assess siting and height 
alternatives, while taking into account factors related to the economics of 
each selection, such as accessibility to utilities, subsoil and ground water 
conditions, roadway access, etc. 
 
Since the Quonset Tower is sponsored by the military, the Guard has elected 
to conduct that assessment internally, while utilizing results of this Master 
Plan as additional input for their analysis.  The Guard also noted that as part 
of their analysis, they would ascribe to the civilian ATCT siting criteria, as 
described in FAA Order 6480.4, Airport Traffic Control Tower Siting 
Criteria. 
 
As such, as part of this Master Plan Update, a preliminary conceptual 
identification and review of siting alternatives has been conducted.  The 
results of this are shown in the following figure. 

 
Continued on next page 
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Airside Development Concepts and Alternatives, Continued 

  
ATCT Siting 
Alternatives 
(continued) 

 
 
Three alternative site locations were identified that complied with all FAA 
airport design and airspace requirements, as well as ATCT siting criteria.  
Note that a site near the existing tower was not identified due to the lack of 
available space and potential line of site impacts resulting from existing 
building heights. 
 
Following discussions between RIAC and RIANG, Alternative 1 was selected 
as the preferred site for reasons of roadway access, site availability, access to 
existing utilities, and security.  It is anticipated that RIANG will coordinate 
directly with RIAC on leasing and construction arrangements, following the 
completion of their ATCT siting analysis. 

 
Continued on next page 



                        Quonset Airport Master Plan 

Chapter 5 – Development Alternatives      5 - 17 

Airside Development Concepts and Alternatives, Continued 

  
Pavement 
Removal 

As a former military facility, it is not unusual that Quonset has airside 
pavement that far exceeds the current requirements for today’s operations.   
 
At Quonset, the width for Runway 16-34 and Runway 5-23 is 150 feet and 75 
feet, respectively.  The former width of these runways for military purposes 
was 500 feet.  While no longer in use, this pavement is still present and 
deteriorating.  Additionally, pavement for former Runway 10-28 and Runway 
1-19 has never been removed. 
 
It is recommended that these unnecessary pavements be removed for safety 
and environmental considerations.  The estimated total area of unnecessary 
airfield pavement is 173,882 square yards or 107.7 acres.  (See figure below.) 
 
From a safety perspective, the deteriorating pavement is a prime contributor 
to Foreign Object Debris (FOD) concerns at the airport.  FOD is any material 
or loose object that can be blown or run over by an aircraft, propelled into a 
person, building, or vehicle.  It is a substance, debris or article alien to a 
vehicle or system which would potentially cause harm.  Such harm could 
include, among others, bodily injury to those working around aircraft, impact 
damage to aircraft, potential engine failures induced by FOD intake, and prop 
strikes. 
 
An additional safety benefit relates to runway environment recognition.  
Currently, the excessively wide older pavement on either side of Runway 5-
23, as well as its similar color, could be a confusing element to a pilot in 
trying to recognize the defined runway.  Old, closed runways could also 
contribute to any confusion.  Removal of all unnecessary pavements and the 
construction of appropriately graded infields will enhance the ability of a pilot 
to recognize the appropriate runway environment.  
 
Environmental benefits will also be derived from this pavement removal 
effort through the minimizing the overall amount of impervious surfaces on 
the airport.  A reduction of the impervious surface will enhance the 
infiltration of stormwater into the ground. 

 
Continued on next page 
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Airside Development Concepts and Alternatives, Continued 

  
Pavement 
Removal 
(continued) 

 
Pavement Areas Identified for Removal 

 
Continued on next page 
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Airside Development Concepts and Alternatives, Continued 

  
Miscellaneous 
Facilities 

There are two additional facilities that have been requested for integration 
into the airside development plan by RIAC and airport tenants. 
 
Aircraft Deicing Facility 
As part of RIAC’s overall effort to improve deicing management practices at 
the state’s airports, a centralized deicing facility for civilian aircraft use has 
been integrated into the airside plan. 
 

An aircraft deicing facility is a facility where (1) frost, ice, or snow is 
removed from the aircraft in order to provide clean surfaces, and/or 
(2) clean surfaces of the aircraft receive protection (anti-icing) 
against the formation of frost or ice and accumulation of snow or 
slush for a limited period of time. (FAA AC 150/5300-14) 

 
A centralized facility enhances environmental safeguards by providing greater 
control over the deicing process and containing expended deicing materials in 
a controlled environment for collection and recycling. 
 
A site has been identified by RIAC and its tenants as being a preferred site.  
(See figure below.) 
 
 
Run-Up Area 
It has been requested by airport tenants that an area be designated for a future 
aircraft run-up area.  During typical engine maintenance operations, aircraft 
engines are frequently tested, or “run-up,” at high power to simulate in-flight 
conditions.  These tests can last a significant period of time and can generate 
a large amount of noise.  As such, it is desirable to have a designated location 
for this activity where noise impacts can potentially be mitigated either 
through location, and/or other noise attenuating means.  This area would also 
have to be able to accommodate all aircraft types, including military, and 
have airside accessibility.   
 
Through discussions with RIAC, a long-term area has been identified for 
inclusion on the Airport Layout Plan.  (See figure below.)  However, further 
planning and analysis will be required to ensure airside access, and 
compatibility with both short-term (i.e. ATCT siting) and long-term 
development goals. 

 
Continued on next page 
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Airside Development Concepts and Alternatives, Continued 

  
Miscellaneous 
Facilities 
(continued) 
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Introduction This section establishes alternatives to meeting the landside deficiencies identified in 

the previous chapter.  The goal of these landside development alternatives is to 
increase the efficiency and capacity of the airport operational, support and tenant 
facilities at Quonset Airport.  It is important to recognize that insufficient landside 
facilities can constrain operational and economic growth for the Airport if not 
properly planned, constructed or maintained. 
 
Landside facilities typically include the general aviation terminal building, fixed base 
operator facilities, hangar areas, ground support equipment storage and maintenance 
facilities, fuel storage, and automobile access and parking facilities.  Note that 
aircraft aprons and maneuvering space are typically included in the airside 
classification; however, due to the strong interrelation of the aircraft apron 
requirements with the landside facility requirements, they have been incorporated 
into this section. 

  
Process Generally, the alternatives evaluation effort followed the following process: 

 
1. Establish Development Site 
2. Determine Planning Assumptions 
3. Generation of Alternatives 
4. Screening of Alternatives 
5. Establish Preferred Alternative 

 
Continued on next page 
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Landside Development Concepts and Alternatives, Continued 

  
Aviation 
Demand 
Projections 
Summary 

As stated in Chapter 2, Aviation Demand Projections, the Baseline Forecast 
has been accepted by the FAA as the official planning forecast for this Master 
Plan Update.  As such, development alternatives generated within this section 
are limited to accommodating the facility requirements generated from this 
particular forecast. 
 
However, FAA has also requested that this Master Plan consider the spatial 
requirements of both higher forecast scenarios, so as to ensure that the airport 
maintain enough space to accommodate those possibilities.  As such, a further 
discussion related to preserving adequate space to meet the possible long term 
facility requirements of these higher forecasts is included in a subsequent 
section, Long Term Development Strategies. 

  
Facility 
Requirements 
Summary 

As identified in Chapter 4, Facilities Requirements, the Landside Facilities 
deficiencies are as follows: 
 
Facility Requirements (s.f.) – Baseline Forecast* 

 2005 2010 2015 2025 
Based Aircraft Apron 38,307 44,408 51,481 69,187 
Transient Day Apron 166,577 193,108 223,866 300,857 
Transient Overnight Apron 55,526 64,369 74,622 100,286 
Terminal Building 4,687 5,398 6,224 8,288 
T-Hangars 39,550 45,849 53,152 71,432 
Bulk Hangars 44,692 51,810 60,062 80,718 
Single Hangars 62,964 72,992 84,618 113,719 
Aircraft Maintenance 217,800 217,800 217,800 217,800 
Fuel Apron 9,290 10,770 12,485 16,779 
Vehicular Parking 15,304 17,628 20,322 27,065 

Total Area (s.f.) 654,697 724,132 804,632 1,006,131 
Total Area (acres) 15.0 16.6 18.5 23.1 

* FAA approved master plan forecast 
 
Note that the Airside Facility deficiencies identified in the previous section 
have been included in this table. 

 
Continued on next page 
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Landside Development Concepts and Alternatives, Continued 

 
Development 
Site 

The first step in the development of alternatives is the definition of the 
available development site or sites. 
 
In the case of Quonset Airport, FAA has directed that landside facility 
development alternatives be restricted to the existing civilian aviation 
terminal area due to the extensive costs of relocating these facilities to other, 
undeveloped areas of the Airport.  As such, a development zone, designated 
as “Parcel A,” was established through the incorporation and integration of all 
relevant Airport Design standards, as defined in FAA AC 150/5300-13, 
change 8, and existing airport property and lease lines.  Note that this effort 
also assumed the construction of a relocated Taxiway W, as described in the 
previous section.  (See figure below.) 
 
Also shown on the figure is an area to the south of Parcel A which includes 
the existing Quonset Air Museum facilities.  This area has been identified as a 
possible future expansion area for Parcel A and will be carried forward in the 
alternatives as being available for long-term expansion.  A discussion of the 
museum follows. 

 
Continued on next page 
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Landside Development Concepts and Alternatives, Continued 

  
Development 
Site 
(continued) 

 

  
Quonset Air 
Museum 

As shown in the previous figure, the Quonset Air Museum (QAM) occupies a 
significant portion (approximately 180,000 s.f.) of the area designated for 
expansion to Parcel A.  As stated in the Inventory chapter, QAM has a 30-
year lease with the State of Rhode Island that was signed on September 10, 
1992.  Any such expansion of Parcel A would necessitate the relocation of the 
museum to another suitable site on the Airport that fulfills the conditions of 
the original lease. 
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Quonset Air 
Museum 
(continued) 

Through a RIAC-lead coordination effort with QAM, an acceptable 
alternative site has been identified on the Airport.  (See figure below.)  This 
site was previously developed largely for military applications, affording it 
several infrastructure benefits.  Specifically, the site has access to existing 
utilities, has a dedicated landside drive providing direct access to Davisville 
Road, and has the potential to have direct airside access to Taxiway A and 
Runway 16-34. 
 
While future leasing arraignments for the site have yet to be formally 
undertaken, the large size of the site (approximately 550,000 s.f. or 12.6 
acres) affords significant QAM flexibility in planning for the long-term 
requirements of their facilities. 
 
It has been determined that an acceptable level of coordination has been 
achieved to consider the existing QAM site available for future Parcel A 
expansion, and to reserve the proposed future QAM site on the ALP as being 
“Reserved for Future Aviation-Related Use.” 
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Planning 
Assumptions 

The next step in the development of alternatives is the definition of 
assumptions to be used as guiding principals in the formulation of those 
alternatives. 
 
Through coordination with RIAC and other various airport stakeholders, 
several planning assumptions were established for meeting the landside 
deficiencies.  These assumptions were utilized in developing alternatives for 
meeting the landside facility demand.  They included the following: 
 
• Parcel A development site (see below) can accommodate the facility 

requirements for the Baseline Forecast throughout the planning period 
(2025). 

• Existing conditions and facilities must be considered when phasing near-
term development. 

• The separation of smaller general aviation aircraft activities from larger, 
corporate aircraft activities is desirable. 

• Locating small general aviation aircraft activities closer to Taxiway W 
and Runway 5-23 is preferred. 

• Locating larger, corporate aircraft activities closer to Taxiway A and 
Runway 16-34 is preferred. 

• The ideal location for a new general aviation terminal would be as close to 
the intersection of the Runways 16-34 and 5-23 as feasible. 

• Locating airport support facilities (i.e. airfield maintenance, aircraft fuel, 
etc.) in close proximity to the terminal/operations building is desirable. 

• Locating automobile parking for based general aviation activities separate 
from that of transient operations, and in close proximity to their respective 
aircraft, is preferred. 

• Maximizing the overall flexibility of the site through the preservation of 
continuous apron is desirable. 

• Maximizing available apron through integration of relocated Taxiway W 
into apron operations, while not desirable, is acceptable.  

• Meeting military force protection requirements is required. 
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Alternatives – 
Phase 1 

Following the definition of planning assumptions, four landside development 
concepts were generated to fulfill both the detailed facility deficiencies and 
the planning assumptions.  These concepts were then presented to and 
reviewed by the Master Plan Technical Advisory Committee. 
 
Some of the key considerations of the four individual alternatives follow.  
(Note that figures for each of the four alternatives are included on the 
following pages.) 
 
Alternative 1 
• Centralized terminal location 
• GA facilities segregation (small GA from large GA) 
• GA facilities location (small GA proximity to Runway 5-23, and large 

GA proximity to Runway 16-34) 
• Three corporate GA hangars, one aircraft maintenance hangar and 22 

small GA hangars 
• Close proximity of airfield support facilities to terminal building 
• Auto parking provided between large hangars (dedicated to those 

hangars) or in two bulk lots, located based on large or small GA use 
• Maintain flexibility for aircraft operations and construction phasing 

 
Alternative 2 
• Same as Alternative 1 
• Additional corporate hangar 
• Modified large GA based and transient parking configuration 

 
Alternative 3 
• Same as Alternative 1 
• Two additional corporate hangars 
• Modified large GA based and transient parking configuration 

 
Alternative 4 
• Same as Alternative 1 
• Three additional corporate hangars 
• Modified large GA based and transient parking configuration 
• Relocated airfield maintenance facility 
• Reduced operational flexibility 
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Alternative 1 
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Alternative 2 
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Alternative 3 
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Alternative 4 
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Alternatives – 
Phase 2 

In response to the submittal for review of Alternatives 1 through 4, the 
Technical Advisory Committee provided the following comments: 
 
• Try an alternative small GA configuration 
• Include a small GA bulk hangar 
• Try different GA terminal locations/configurations 
• Try a configuration where large GA is located close to Runway 5 

 
Four additional alternatives were then generated to consider the TAC 
comments.  Some of the key considerations of those four individual 
alternatives follow.  (Note that figures for each of the four additional 
alternatives are included on the following pages.) 
 
Alternative 5 
• Centralized terminal location has two integrated large GA hangars 
• GA facilities segregation (small GA from large GA) 
• GA facilities location (small GA proximity to Runway 5-23, and large 

GA proximity to Runway 16-34) 
• Revised small GA configuration 
• Five corporate GA hangars, one aircraft maintenance hangar and 18 small 

GA hangars 
• Auto parking provided between large hangars (dedicated to those 

hangars) or in three bulk lots, located based on large or small GA use, 
requiring many curb cuts 

• Airfield maintenance facility located on apron with access drive providing 
separation to RIARNG facilities 

• Maintain flexibility for aircraft operations and construction phasing 
 
Alternative 6 
• Same as Alternative 4 
• Terminal building with two integrated hangars centrally located on large 

GA apron 
• Modified airfield maintenance facility 
• Modified large GA based and transient parking configuration 
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Alternatives – 
Phase 2  
(continued) 

Alternative 7 
• Same as Alternative 4 
• Terminal building with one integrated hangar located on large GA apron 

towards runway intersection 
• Total of three corporate GA hangars, one aircraft maintenance hangar, 

one large bulk hangar, and 18 small GA hangars 
• Large auto parking/access area provided through greater landside depth 
• Centralized fueling apron 
• Modified large GA based and transient parking configuration 

 
Alternative 8 
• “Flipped” configuration with small GA located in closer proximity to 

Runway 16-34, and large GA located in closer proximity to Runway 5-23 
• Terminal building with two integrated hangars centrally located on large 

GA apron 
• GA facilities segregation (small GA from large GA) 
• Revised small GA configuration 
• Four corporate GA hangars, one aircraft maintenance hangar and 47 small 

GA hangars 
• Auto parking provided between large hangars (dedicated to those 

hangars) or in two bulk lots, located based on large or small GA use 
• Airfield maintenance and fueling apron facilities centrally located 
• Maintain flexibility for aircraft operations and construction phasing 
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Alternative 6 
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Alternative 7 
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Alternative 8 
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Preliminary 
Screening 

Following completion of the various development concepts, a screening 
process must be undertaken to evaluate each of the alternative’s strengths and 
weaknesses. 
 
However, given the large number of alternatives being presented (a total of 
nine, including a No-Build option), it is advisable to reduce this number, if 
possible, through a preliminary screening process.  This type of screening 
process takes a macro view of all of the alternatives to determine if any can be 
eliminated due to redundancy, an overt weakness or a fatal flaw. 
 
Through such an effort, three of the nine alternatives were eliminated from 
further consideration, reducing the total number of development alternatives 
to six. 
 
Factors contributing to this elimination were as follows: 
 
Alternative 1 – This alternative was determined to be too similar to 

Alternative 3. It was deemed redundant, having essentially the 
same layout with only a minor modification to the corporate 
hangar layout 

 
Alternative 2 – The positioning of the corporate hangar at an angle in this 

alternative is inefficient and undesirable.  It was determined to 
be an unacceptable design flaw.  Otherwise, it was very 
similar to Alternative 3. 

 
Alternative 4 – The layout of the corporate hangars in this alternative requires 

shared-use of the limited hangar apron area.  This was deemed 
unacceptable because of the limited space available for 
taxilane and hangar operations.  The layout also greatly 
reduces the overall operational flexibility by constructing 
hangars in the middle of the large GA apron. 
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Alternatives 
Evaluation 
Matrix 

The remaining five alternatives (Alternatives 3, 5, 6, 7 & 8), as well as a sixth 
alternative (No-Build option), were ranked through a weighted evaluation 
process.  This process identified specific Evaluation Criteria that quantified 
the key study and alternative goals and considerations noted above. 
 
Against these criteria, each alternative was individually rated, based on how 
well it met or did not meet the requirements of that specific criterion.   
 
The rating system established was as follows: 
 

0 = Does not meet any of the criteria 
1 = Meets up to 25% of the criteria 
2 = Meets up to 50% of the criteria 
3 = Meets up to 75% of the criteria 
4 = Meets up to 100% of the criteria 
5 = Exceeds criteria requirements 
 

The weighted scores for each alternative were tallied, and a ranking was 
assigned to each.  A ranking of 1 equated to the most desirable alternative, 
and 6 equated to the least desirable.  The analysis resulted in the following 
ranking of the alternatives. 
 

Ranking Alternative 
1 Alternative 7 
2 Alternative 3 
3 Alternative 5 
4 Alternative 6 
5 Alternative 8 
6 No-Build Alternative 

 
The following matrix summarizes the details of this analysis.  
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Alternatives 
Evaluation 
Matrix 
(continued) 
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Preferred 
Development 
Concept 

In addition to the overall ranking, the alternatives evaluation process 
identified the strengths and weaknesses of each of the alternatives through the 
application of the evaluation criteria.   
 
While ranked first, Alternative 7 was noted to have weaknesses in its small 
general aviation layout.  Specifically, its layout scattered tiedown locations, 
separated its auto parking areas, reduced the overall flexibility of the site, and 
likely would increase the cost for future expansion in the area to the south. 
 
The second ranked alternative, Alternative 3, had a stronger small general 
aviation layout that did not suffer from the weaknesses noted above.  As such, 
it was decided that the small general aviation layout from Alternative 3 
should be incorporated into Alternative 7 to create the Preferred Development 
Concept for the civilian general aviation facilities at Quonset Airport.  It is 
this concept that will be included on the Airport Layout Plan. 
 
In relation to the previously defined facility requirements, the Preferred 
Development Concept meets or exceeds all long-term (2025) requirements 
except for those of the Transient Day Apron, the Aircraft Maintenance and 
the Fuel Apron.  Of those, the most significant is that of Aircraft 
Maintenance.  However, given its location within this alternative, this 
function could be one that is relatively easily shifted down to the expansion 
area to the south, effectively resolving both the maintenance and transient day 
apron shortfalls. 
 
Facility Requirements (s.f.) – Baseline Forecast* 

 Long Term 
2025 

Preferred 
Concept 

Net 
Difference 

Percent 
Fulfillment

Based Aircraft Apron 69,187 105,700 36,513 152.8% 
Transient Day Apron 300,857 245,000 -55,857 81.4% 
Transient Overnight Apron 100,286 124,400 24,114 124.0% 
Terminal Building 8,288 10,000 1,712 120.7% 
T-Hangars 71,432 154,500 83,068 216.3% 
Bulk Hangars 80,718 102,900 22,182 127.5% 
Single Hangars 113,719 142,700 28,981 125.5% 
Aircraft Maintenance 217,800 116,000 -101,800 53.3% 
Fuel Apron 16,779 13,300 -3,479 79.3% 
Vehicular Parking 27,065 120,200 93,135 444.1% 

Total Area (s.f.) 1,006,131 1,134,700 128,569 112.8% 
Total Area (acres) 23.1 26.1 3.0 113.0% 

* FAA approved master plan forecast 
 
This Preferred Development Concept is shown in the following figure. 
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Preferred 
Development 
Concept 
(continued) 
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Preferred 
Development 
Concept 
(continued) 

In general, the Preferred Development Concept has several significant 
advantages. 
 
• Separation of large GA operations from small GA operations is achieved 

with each in close proximity to their likely preferential runway. 
• The new GA terminal building is close to the corner of Airport Road and 

Eccelston Avenue, providing access for all GA operators (albeit greater 
convenience to large GA). 

• The new GA terminal building and corporate hangar layout are consistent 
with standard industry design for a Fixed Base Operator (FBO) aviation 
support operation. 

• The airfield maintenance facility is to the extreme north of the site, 
providing a buffer between civilian operations and military operations.  
The site also provides direct roadway access and keeps airfield materials, 
such as sand, away from aircraft operations, while maintaining some 
proximity to the FBO/airport management office. 

• The large auto parking area for large GA provides flexibility and 
opportunity for aesthetic improvements to the Airport’s civilian aviation 
operation area. 

• The bulk hangar provides significant flexibility to the Airport in 
accommodating both large and small based and transient aircraft. 

• The transient aircraft parking aprons are logically configured, providing 
flexibility and separation between larger and smaller corporate GA 
aircraft. 

• The small GA operations and hangar area are efficiently configured and 
allow for possible expansion to the south. 

• The overall site layout offers a significant amount of operational and 
development flexibility, as well as opportunities to phase construction in 
such a manner as to account for existing facility constraints or restrictions.  
(See Construction Phasing section below.) 

 
A concern related to this concept, as well as to all other alternatives, stems 
from the planning assumption to maximize the apron space available along 
Taxiway W.  This concern is discussed below. 
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Preferred 
Development 
Concept – 
Reduced 
Pavement 
Option 
 

The Preferred Development Concept assumes that in order to maximize the 
depth of the apron space available along Taxiway W, the area between the 
apron and the taxiway, including within the taxiway object free area, will be 
fully paved.  This would effectively allow the use of Taxiway W as a means 
of accessing the apron’s various taxilanes.  Without utilizing Taxiway W in 
this capacity, an additional taxilane aligned parallel to the taxiway would 
need to be established to provide this type of access. 
 
Note that the benefit of increased available apron space by utilizing Taxiway 
W is realized by not having to account for an internal parallel taxilane, and its 
associated offset and object free area requirements, on the apron.  
 
The disadvantage of utilizing Taxiway W in this manner is two-fold.  First, 
there is a significant associated cost with the additional paving and associated 
maintenance required to integrate the taxiway into the apron.  Second, since 
Quonset is a towered airport, pilots would be required to contact the tower to 
access Taxiway W to cycle around that apron area.  This could cause traffic 
concerns as the airport becomes more active. 
 
As an exercise in evaluating the physical impact of integrating a taxilane into 
the apron and reducing the amount of required paving, the Preferred 
Development Concept was modified to reflect this scenario.  Note that even 
in this scenario some additional paving will be needed for the taxilane if the 
minimum taxiway-taxilane separation requirements for a Group II aircraft are 
to be achieved. 
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Preferred 
Development 
Concept – 
Reduced 
Pavement 
Option 
(continued) 
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Preferred 
Development 
Concept – 
Reduced 
Pavement 
Option 
(continued) 
 

The scenario results in the loss of the following: 
• One small GA hangar 
• Up to eight small GA tiedown positions 
• The transient overnight parking area abutting the bulk hangar 
• A minimum of six transient day parking positions abutting the FBO 

 
In relation to the previously defined facility requirements, this modified 
Preferred Development Concept for reduced pavement requirements meets or 
exceeds all long-term (2025) requirements except for those of the Transient 
Day Apron, Transient Overnight Apron, the Aircraft Maintenance and the 
Fuel Apron.  (See table below.) 
 
Facility Requirements (s.f.) – Baseline Forecast* 

 Long Term 
2025 

Modified 
Concept 

Net 
Difference 

Percent 
Fulfillment

Based Aircraft Apron 69,187 83,300 14,113 120.40% 
Transient Day Apron 300,857 193,500 -107,357 64.32% 
Transient Overnight Apron 100,286 78,800 -21,486 78.58% 
Terminal Building 8,288 10,000 1,712 120.66% 
T-Hangars 71,432 136,500 65,068 191.09% 
Bulk Hangars 80,718 109,900 29,182 136.15% 
Single Hangars 113,719 142,700 28,981 125.48% 
Aircraft Maintenance 217,800 116,000 -101,800 53.26% 
Fuel Apron 16,779 13,300 -3,479 79.27% 
Vehicular Parking 27,065 120,200 93,135 444.12% 

Total Area (s.f.) 1,006,131 1,004,200 -1,931 99.8% 
Total Area (acres) 23.1 23.1 0.0 99.8% 

* FAA approved master plan forecast 
 
The net pavement reduction achieved through this scenario is estimated to be 
3,230 square yards or two acres of pavement. 
 
As noted previously, this effort was an exercise to determine the implications 
of this design scenario for future consideration.  The full Preferred 
Development Concept will still be included on the Airport Layout Plan. 
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Construction 
Phasing 
Considerations 

One of the prime considerations in redeveloping Parcel A is the phasing 
required to relocate existing facilities or services while maintaining the 
current level of operations.  The current site (see figure below) has five areas  
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Construction 
Phasing 
Considerations 
(continued) 

of concern.  These include: 
 
• Landplane Hangar 1 (LPH1) 
• Synthetic Training Unit 
• Air Traffic Control Tower (ATCT) 
• Airport Electrical Vault 
• Small GA T-Hangars 

 
Of these five, LPH1 and the Synthetic Training Unit were remediated and 
demolished in 2005.  The relocation of the remaining three elements will need 
to be managed appropriately in order to minimize disruption to the Airport. 
 
It is anticipated that Parcel A can be developed in relation to the Preferred 
Development Concept in two phases.  The combination of these two phases 
will essentially result in the site being redeveloped from the outside in, or 
starting on the extreme north and south ends of the site, and working back 
towards the middle. 
 
 
Phase One 
 
It is anticipated that Phase One will include the following elements, among 
others: 
 
• Demolish LPH1 and the Synthetic Training Unit (completed) 
• Construct aircraft maintenance hangar and associated apron to the north, 

and relocate FBO services from existing terminal building to new hangar.  
Note that this hangar will be used for general FBO operations until Phase 
Two. 

• Construct airfield maintenance garage and relocate functions from 
existing terminal building. 

• Complete ATCT siting study, construct new facility and relocate function 
from existing terminal building. 

• Relocate existing airport electrical vault from vicinity of existing terminal 
building. 

• Construct fuel apron, and relocate function from vicinity of existing 
terminal building. 

• Construct small GA hangars and associated apron to the south.  Relocate 
aircraft from existing facilities to new facilities. 
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Construction 
Phasing 
Considerations 
(continued) 

Phase Two 
 
It is anticipated that Phase Two will include the following elements, among 
others: 
 
• Demolish existing terminal building 
• Demolish existing small GA facilities 
• Construct FBO/hangar and associated apron, and relocate FBO services to 

new facility.   
• Construct remaining two large GA / corporate hangars and associated 

aprons. 
• Make initial hangar available for aircraft maintenance operation. 
• Construct bulk hangar and associated apron 

 
See following figure for a graphical description of the phase areas. 
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Introduction The purpose of this section is to provide a long-term look at overall airport 

development strategies beyond that which have been defined in the previous 
alternatives sections.  Given the large amount of space available on the airport 
for development, it is critical that this strategic look be taken in order to 
ensure that short- or mid-term development initiatives do not run contrary to 
any long-term development goals. 
 
This section will review long term development strategies for the airport, 
define critical development issues, and identify any areas on the airport that 
may be surplus to those long-term airport development needs. 

  
Aviation 
Demand 
Projections 
Summary 

As stated in Chapter 2, Aviation Demand Projections, the Baseline Forecast 
has been accepted by the FAA as the official planning forecast for this Master 
Plan Update.  As such, the development alternatives generated previously in 
this chapter have been limited to accommodating the facility requirements 
generated from this particular forecast. 
 
However, FAA has also requested that this Master Plan consider the spatial 
requirements of both higher forecast scenarios, so as to ensure that the airport 
maintain enough space to accommodate those possibilities.  This section 
reviews the facility requirements resulting from the Median and High 
Forecast growth scenarios. 
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Facility 
Requirements 
Summary 

The specific facilities deficiencies, as identified in Chapter 4, Facilities 
Requirements, are as follows: 
 
Facility Requirements (s.f.) – Median Forecast 

 2005 2010 2015 2025 
Based Aircraft Apron 38,307 86,333 100,084 134,504 
Transient Day Apron 166,577 396,072 459,146 617,068 
Transient Overnight Apron 55,526 132,024 153,052 205,689 
Terminal Building 4,465 10,617 12,308 16,541 
T-Hangars 39,550 64,482 74,753 100,462 
Bulk Hangars 44,692 100,722 116,764 156,921 
Single Hangars 62,964 443,792 514,477 691,414 
Aircraft Maintenance 435,600 435,600 435,600 435,600 
Fuel Apron 9,290 22,089 25,607 34,413 
Vehicular Parking 15,304 34,669 40,191 54,014 

Total Area (s.f.) 872,275 1,726,400 1,931,982 2,446,626 
Total Area (acres) 20.0 39.6 44.4 56.2 

 
Facility Requirements (s.f.) – High Forecast 

 2005 2010 2015 2025 
Based Aircraft Apron 38,307 86,333 100,084 134,504 
Transient Day Apron 166,577 501,805 581,729 781,796 
Transient Overnight Apron 55,526 167,268 193,910 260,599 
Terminal Building 4,465 13,452 15,594 20,957 
T-Hangars 39,550 64,482 74,753 100,462 
Bulk Hangars 44,692 100,722 116,764 156,921 
Single Hangars 62,964 950,488 1,101,876 1,480,830 
Aircraft Maintenance 435,600 435,600 435,600 435,600 
Fuel Apron 9,290 27,985 32,443 43,600 
Vehicular Parking 15,304 43,925 50,921 68,433 

Total Area (s.f.) 872,275 2,392,060 2,703,674 3,483,702 
Total Area (acres) 20.0 54.9 62.1 80.0 

 
Note that these facility requirements are primarily focused on landside 
development, and do not account for additional facilities that may be required 
to access different areas on the airport.  It is reasonable to project that 
additional taxiway infrastructure, roadway access and utilities, among others, 
would be required to support these facilities depending on where they would 
be located on the airport.  Some effort has been given to projecting those 
additional needs below. 
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Development 
Areas 

A review of the Airport was conducted to define the areas available for future 
development.  In defining these areas, several assumptions were made: 
 
• The existing airport property line, as shown on the current Exhibit-A, was 

used as the boundary of airport development. 
• All airport design criteria, as defined in FAA AC 150/5300-13, were 

identified. 
• Appropriate setback requirements were established for both sides of each 

runway to protect for the possible construction of future parallel taxiways 
and taxilanes. 

 
In general, airport areas available for future development were defined as 
those areas that are: 
 
• on airport property; 
• outside of the RIANG and RIARNG lease lines; 
• clear of all runway safety areas, object free areas, and runway protection 

zones; 
• clear of all existing and potential taxiway object free areas; and 
• clear of the existing runway visibility zone. 

 
Following this criteria, four areas (Parcels A, B, C, and D) were identified 
and are shown in the following figure.  A summary description of each 
development area follows: 
 
Parcel A 
• Approximately 1,167,227 s.f. or 26.8 acres. 
• Expansion potential to south over Quonset Air Museum site 

(approximately 426,511 s.f. or 9.8 acres. 
• Developed site having existing civil aviation operations and services. 
• Immediate access to airfield via existing apron and taxiways. 
• Excellent roadway access via existing roads and access drives. 
• All utilities on site. 
• Antiquated facilities requiring demolition. 
• Possible environmental considerations. 
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Development 
Areas 
(continued) 
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Development 
Areas 
(continued) 

Parcel B 
• Approximately 497,967 s.f. or 11.4 acres. 
• Undeveloped, open site. 
• No existing taxiway to provide immediate access to airfield. 
• Good roadway access via existing roads.  No access drive into site. 
• All utilities present on abutting parcel to the east. 
• Contains a number of existing groundwater monitoring wells. 
• Possible environmental considerations. 

 
Parcel C 
• Approximately 846,621 s.f. or 19.4 acres. 
• Open site comprised primarily of section of former Runway 1-19.  

Runway pavement still present and deteriorating. 
• No existing taxiway to provide immediate access to airfield. 
• No landside/road way (existing or future potential) access to site.  Only 

accessible via taxiways, runways and perimeter road. 
• No non-airfield related utilities present on site. 
• Contains bulkhead and abuts Narragansett Bay to the east. 
• Possible environmental considerations. 

 
Parcel D 
• Approximately 4,113,888 s.f. or 94.4 acres. 
• Open site comprised of various naval air station airfield components, 

including sections of former Runway 1-19 and Runway 10-28, the former 
airfield infield, former munitions storage bunkers, and several other small 
structures.  Runway pavements are still present and deteriorating, as are 
former taxiway components. 

• No existing taxiway to provide immediate access to airfield. 
• No existing landside/road way access to site.  Has landside access 

potential to northwest along existing headwall.  Only accessible via 
taxiways, runways and perimeter road.   

• No non-airfield related utilities present on site.  Possible electrical service 
available. 

• Contains bulkhead and abuts Narragansett Bay to the north. 
• Possible environmental considerations. 
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Short-Term 
Development 
(0-5 years) 

The short-term development concepts are very similar for all three forecast 
scenarios in that all are limited to Parcel A and its expansion area.  However, 
there are significant differences as to how long Parcel A can accommodate 
the facility demands for each individual forecast scenario. 
 
For example, as demonstrated in the previous sections of this chapter, Parcel 
A, without the additional expansion area (i.e. the existing QAM site), can 
accommodate the facility requirements defined for the FAA-accepted 
Baseline Forecast through the year 2025.  This is markedly different from the 
Median and High Growth scenarios, which will be constrained to varying 
degrees within Parcel A and its expansion area by the year 2010. 
 
Regardless, it is reasonable that the short-term development concept for 
Quonset Airport be consistent with that described in the previous sections of 
this chapter.  This will consist of the following: 
 
• The Airport should be brought into compliance with all FAA design 

standards to the greatest extent possible. 
• All recommended airfield improvements should be made, including the 

relocation of the ATCT, and the extension of Taxiway W to Runway 23. 
• All landside development opportunities consistent with the 

aforementioned plan should be pursued, but limited to Parcel A. 
• QAM should be relocated and the expansion area developed as required 

by the higher growth forecasts. 
 
It has also been noted that Parcel C has very limited development value in 
that it has no opportunity to benefit from future landside or roadway access 
due to the constraints inherent in its location.  Therefore, Parcel C has been 
identified as only having potential in acting as a remote aircraft parking or 
run-up area, given appropriate pavement improvements. 
 
The following figure shows the key elements of the Short-Term Development 
concept for Quonset Airport. 
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Mid-Term 
Development 
(6-10 years) 

The mid-term development concept for the Median and High growth forecast 
scenarios requires that another parcel in addition to Parcel A and its 
expansion area be utilized to meet those greater facility demands. 
 
It has been determined through coordinating with RIAC that Parcel B should 
be the next parcel developed, instead of the larger Parcel D, due to several 
key factors.  These include: 
 
• Lower site development costs resulting from presence of existing utilities, 

and proximity to established roadways.   
• Relatively immediate site availability.  There are no known significant 

infrastructure hurdles to be crossed just to make the site viable, as there 
are on Parcel D (i.e. access, utilities, etc.). 

• Lower airfield infrastructure costs, since required supporting taxiway will 
be limited in size. 

• Efficiencies in operations due to proximity to development on Parcel A. 
• Synergy with airside development concepts of relocating the ATCT to 

Parcel B, as well as establishing an aircraft run-up pad within the area. 
 
As part of the Mid-Term Development planning concept, two development 
scenarios (shown in the following figures) were produced for both Parcels A 
and B that reflect an overall airport-wide development strategy, as opposed to 
just a specific parcel development plan.  Note that the Parcel A expansion 
area, while identified, was not specifically incorporated into this strategy due 
to the uncertainty of its future availability, as previously discussed. 
 
Specifically, the two development scenarios show aircraft maintenance 
operations, which were significantly constrained in the Short-Term Preferred 
Development Concept on Parcel A, being relocated to Parcel B.  The 
relocation of these operations would not only afford them appropriate space, 
but also separate these sometimes noisy, industrial-type operations from the 
active FBO operations, positioning them in close proximity to the proposed 
aircraft run-up area.  It is also possible that, given the space available within 
the parcel, these maintenance operations could include major aircraft overhaul 
facilities that service both GA and commercial passenger and cargo aircraft.  
The relocation of these operations from Parcel A will make additional space 
available on that parcel for expanded corporate aircraft hangars and activities. 
 
Note that the difference in the two development scenarios lies in the mid-term 
location of small general aviation based aircraft hangars and tie downs.   
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(6-10 years) 
(continued) 

 
Mid-Term Development Scenario 1 
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Mid-Term 
Development 
(6-10 years) 
(continued) 

 
Mid-Term Development Scenario 2 
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Mid-Term 
Development 
(6-10 years) 
(continued) 

The obvious benefit of maintaining small GA in its Short-Term location is the 
minimization of cost and inconvenience that would be required in such a 
relocation.  The benefit would be that small GA would have its own dedicated 
area that could be able to easily accommodate its projected demand without 
concern regarding possible encroachment by abutting corporate aviation 
demands, as is the case on Parcel A.  Of additional benefit would be separate, 
dedicated landside access to the small GA development, and convenient 
airside access to the airfield through a new, parallel taxiway to Runway 5-23. 
 
The main benefits of relocating small GA to Parcel B for corporate aviation 
and FBO activities is in segregating these sometimes incompatible operations 
from each other, as well as providing an opportunity to develop all of Parcel 
A into a singular, continuous development of like operations.  This would 
also allow for the possible development of the Parcel A expansion area for 
corporate operations. 
 
From an overall planning perspective, utilization of Parcel B, along with full 
development of Parcel A and its expansion area (existing QAM site), will 
adequately meet the demand for the Median Growth Forecast through 2015, 
at which time demand will again exceed capacity.  (See table below.)  
However, if the High Growth Forecast were to be realized, the capacity 
provided though this development option would be exceeded by demand prior 
to 2010.  Also note that if the Parcel A expansion area is not integrated into 
the Parcel A development, capacity within Parcels A and B will be 
maximized by 2010 in the Median Forecast, and worsened in the High 
Forecast. 
 
Facility Requirements - acreage 
Year Baseline 

Forecast*
Median 
Forecast

High 
Forecast

Parcel A Parcel A  
(w/QAM) 

Parcels A 
& B 

(w/QAM) 
2005 15.0 20.0 20.0 26.8 36.6 48.0 
2010 16.6 39.6 54.9 26.8 36.6 48.0 
2015 18.5 44.4 62.1 26.8 36.6 48.0 
2025 23.1 56.2 80.0 26.8 36.6 48.0 

* FAA approved master plan forecast 
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Long-Term 
Development 
(11-20 years) 

The Long-Term Development concept for the Median and High growth 
forecast scenarios requires that Parcel D, in addition to Parcels A and B, be 
utilized to meet those greater facility demands.  Note that, as stated 
previously, development of Parcel C for any functions requiring general 
public use has been determined to be impracticable due to the access 
constraints of the area. 
 
In establishing development concepts that range from short- to long-term, it is 
important to recognize that the more immediate the timeframe, the more 
reasonable or accurate the concept will likely be.  Short-term development 
concepts will consider current conditions, circumstances and immediate 
goals, while a long-term development concept must project trends and make 
long-range assumptions.  This is no different for the Long-Term Development 
concept established for Quonset Airport.  Assumptions made in the 
development of this concept are as follows:  
 
• Landside access, utilities, and any environmental issues related to Parcel 

D will be resolved; 
• Long-term QDC goals related to the development of “soft” industry in the 

Davisville area of the Commerce Park will be realized; 
• The development of a ferry terminal within the Quonset/Davisville area 

will continue to be desirable; 
• The locating of corporate aviation / FBO operations in proximity to the 

long-term QDC “soft” industrial development will continue to be 
desirable; 

• A new, integrated corporate aviation / FBO development located entirely 
on Parcel D is preferred over splitting the operations between existing 
development in Parcels A and new development in Parcel D;  

• The Rhode Island national guard units will continue to operate at Quonset 
and could realize the need to expand to the south into Parcel A; 

• The development of integrated cargo facilities/operations will not be 
pursued by cargo operators; and 

• The development of a significant aviation-related business enterprise (i.e. 
aircraft maintenance, aircraft manufacturing, fractional ownership 
operations, etc.) on the Airport is likely. 

 
Considering these assumptions, a Long Term Development concept has been 
created and is shown in the following figure.   
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Long-Term 
Development 
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Long-Term 
Development 
(11-20 years) 
(continued) 

The most notable element of this concept is the complete relocation of 
corporate aviation / FBO operations from Parcels A and B to Parcel D.  As 
suggested above, Parcel D provides a variety of benefits for these operations 
including significant growth opportunities, synergy with other Commerce 
Park initiatives, and separation from expanding military operations.  While 
the logistics and costs of such a relocation of operations and facilities would 
be significant, especially considering the level of facility development being 
proposed within the short term, effective advanced planning can be employed 
in such a manner as to minimize those difficulties.  For example, short term 
development programs on Parcel A should be planned mindful of the long 
term possibility of National Guard operations expanding into the area.   
 
It is also anticipated that small based GA operations and facilities, as well as 
aircraft maintenance or other aviation-related enterprises, would be planned 
for and located in areas that will minimize relocation possibilities and 
disruptions. 
 
Additionally, a significant factor to be considered when planning for long-
term development is the timing of when to initiate the planning and 
development of Parcel D.  As noted in the Mid-Term Development section, 
the Median Growth Forecast facility demand will not exceed the area 
available in Parcels A and B until after 2015, at which time, only an 
additional eight acres will be required.   
 
However, when considering the High Growth Forecasts, facility demands 
would exceed the areas available in a combined Parcel A and B prior to 2010.  
That being the case, if current operations and trends were to strongly indicate 
that the High Growth Forecast was going to be realized, it would be 
reasonable for the Airport to invest its resources in developing Parcel D, 
rather than making the mid-term investments in Parcel B identified above, 
which would only net a relatively minor benefit.  This being the case, it is 
critical that RIAC and the Airport remain diligent in its efforts to monitor 
existing operations and anticipate the local, regional, and national trends that 
could facilitate the Airport attaining this High Forecast level. 
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Long-Term 
Development 
(11-20 years) 
(continued) 

From an overall planning perspective, utilization of Parcel D alone would 
adequately meet the facility demands for all forecasts through the 20-year 
planning period.  (See table below.)  However, the prime consideration 
related to this parcel is again based on the establishment of the need for the 
area and the timing of its ultimate development.  
 
Facility Requirements – acreage 
Year Baseline 

Forecast*
Median 
Forecast

High 
Forecast

Parcel A 
(w/QAM) 

Parcel B Parcel D 

2005 15.0 20.0 20.0 36.6 11.4 94.4 
2010 16.6 39.6 54.9 36.6 11.4 94.4 
2015 18.5 44.4 62.1 36.6 11.4 94.4 
2025 23.1 56.2 80.0 36.6 11.4 94.4 

* FAA approved master plan forecast 

  
Airport Areas 
Not Needed for 
Aviation-
Related Use 

There is an inherent expectation that all properties located on an airport 
should be utilized for aviation-related uses or at least to the ultimate benefit of 
the airport, unless otherwise designated.  Property not currently used for 
aviation-related uses, or expected to be used for aviation, has valuable 
revenue generation potential for the airport.  Thus, future development 
options must take into account land for aviation and non-aviation uses, and to 
guide development of the non-aviation use land to maximize its highest and 
best use. 
 
As identified in the previous section, the total available area of the three 
developable parcels identified previously for Quonset Airport exceeds the 
forecasted facility demands of all three forecast scenarios.  Given that 
adequate space will be preserved for these long term development options, it 
is reasonable for the Airport to identify specific areas that it deems to be “not 
needed for aviation-related use” so as to make them available for appropriate 
development to the benefit of the Airport.   
 
The areas that have been identified as being “not needed for aviation-related 
use,” and will be included on the Airport Layout Plan as such, are shown in 
the following figure. 
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Related Use 
(continued) 
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Airport Areas 
Not Needed for 
Aviation-
Related Use 
(continued) 

As shown in the figure, three areas have been identified. 
 
Area 1 
Area 1 is a 43-acre parcel that lies to the northeast of the approach end to 
Runway 16 and was not included as one of the possible development parcels 
identified above.  It contains a pond, some wetlands and the existing airside 
access drive to the Runway 16 glideslope antenna.  This parcel complies with 
all relevant airport design setbacks and lies outside of the Runway 16 
glideslope critical area.  The intended non-aviation related use of this property 
is to provide a means of access to development Parcel D. 
 
Area 2 
Area 2 is a 2,800-foot long, 500-foot wide parcel that lies along the existing 
northern bulkhead of development Parcel D, identified above.  The 31-acre 
property is located entirely within Parcel D and would count as a reduction of 
the total area available for aviation-related use from 94.4 acres to 63.4 acres.  
This will leave approximately a total of 111.4 acres of identified aviation 
related developable areas on the Airport, still far in excess of all forecasted 
demand requirements.  It is anticipated that the non-aviation related use of 
this property is to be leased and developed with compatible uses to create or 
enhance Airport revenue streams. 
 
Area 3 
Area 3 is a 17-acre property that contains the old NAS steam plant and the 
existing wastewater treatment plant.  Both of these facilities are currently the 
responsibility of, and are operated by QDC.  The property lies outside of all 
relevant airport design setbacks and accounts for the development alternatives 
identified above.  Due to its current and future use, it has not been included as 
one of the possible development parcels identified above.  The property has 
no existing or projected aviation-related value, and should ultimately be 
transferred to QDC to reduce potential operating expenditures for the Airport, 
as well as minimizing potential liabilities. 
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Airport Areas 
Not Needed for 
Aviation-
Related Use 
(continued) 

It is important to acknowledge that just because a property is identified on the 
Airport Layout Plan as being “not needed for aviation-related use,” the 
property is not then immediately available for sale or lease.  Due to the grant 
assurances that are accepted by RIAC each time an FAA grant is received for 
the Airport, in order to sell or lease airport property for non-aviation related 
use, a specific FAA process must be undertaken to release the property.  Of 
the steps that must be undertaken, the most critical is typically the preparation 
of Environmental Assessments for each parcel that conforms to the 
requirements of Appendix 6 of FAA Order 1050.1C, "Policies and Procedures 
for Considering Environmental Impacts", and FAA Order 5050.4, "Airport 
Environmental Handbook".  

 
 


